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WATERWAYS TRANSPORTATION 
DickCirre 
I want to thank Calvin and the members of the program planning com-
mittee for the opportunity to be here with you and share some ideas on 
waterways transportation in Kentucky. There are a myriad of issues sur-
rounding waterways transportation in the country today and to 
adequately address them, we could probably devote our entire conference 
to it. What I really want to do is to try and attune my remarks to one 
major observation, which I don't think will come as much of a surprise to 
most of us. Then I'll offer some evidence of challenging, if not alarming, 
trends in the transportation waterways industry. Then I'll go on to recom-
mend some actions that I would suggest Kentucky consider taking in the 
area of pro-active legislative activity, planning, marketing, infrastructure, 
and financing. 
I have a lot of respect for the difficult 
budgetary issues that our nation is confronting 
right now, I think we all do. Believe me, while 
I'm not going to try to get into a confrontational 
sort of forum here, at times it may appear that 
I'm taking aim at some sacred cows in the 
Washington policy-making establishment. Please 
bear with me on that. 
Let's start by emphasizing the seriousness of 
the investment and financing drama confronting 
our transportation waterways industry in this 
country. Calvin, I want to step back to this con-
ference one year ago and just quote some 
remarks that were made by Jim Ramsey at the 
26th Transportation Forum. At that time Jim 
said, "In fact, this sustained economic growth of the last seven years leads 
many people to believe that we cannot continue such growth, and in-
creases the probability that we are in for an economic downturn or 
recession somewhere in the near future. I think the 1980s also are inter-
esting from a second perspective. We have seen a fundamental change in 
the fiscal relationships between the federal, state, and local governments 
during this time." He went on to say, ''You can see that over the last five 
years, we've had a continual decline in federal support for our highway 
programs. This shifting of fiscal responsibility from federal governments 
to state and local governments was a goal of the Reagan Administration 
and, as we evaluate this period of time, most of us are led to the con-
clusion that some, and in many cases, significant shifting of fiscal 
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responsibility has occurred. Do we expect this trend to occur .in the fu-ture? Probably so. With the attention on the federal budget deficit, 
anticipation is that federal funds for all programs will be tight, and that 
some retention of federal highway trust dollars will occur to deal with the deficit." 
Well that was Jim's prognosis about a year ago, and I think it is very 
much on' target. As far as the waterways industry in our nation and in Kentucky is concerned, we're facing some very problematic circumstan-
ces. I believe that while we have some very crucial issues at the federal level that need to be addressed, we're in some danger here of taking a 
very short-sighted, cost-efficiency approach, and looking at program priorities as they now exist and as they've been adopted at the federal policy-making level, and losing sight of what our investment future in 
this country needs to be. 
For the last several years, or actually about the time I came to work for Kentucky state government, I kept hearing that there was no national transportation policy, and I really feel, looking back on it, that that's been 
somewhat of a myth. I think there's very definitely been a national transportation policy. There simply has not been a written, legitimatized 
transportation policy at the federal level. But, if you define policy as a set 
of underlying goals, objectives, value judgments, and assumptions, that influence, control, and shape the day-to-day actions that are taken by our 
nation's transportation agencies, then I would maintain very definitely that we have had a national transportation policy. Unfortunately, I believe that policy has evolved from an assumption that, since govern-
ment was responsible for many of the problems, the government cannot be an effective solution. Consequently, I maintain we've seen many federal agencies experiencing a topdown policy direction, in which the technical aspects of the decision-making process have been forgotten in 
many instances. This has led to an abdication of the federal investment 
role and the increasing emphasis on state and local governments, private industries, and user fees to take over the burden of investing in our transportation infrastructure. 
Those are heavy charges, so let's look at some of the evidence here. As we do so, I think there should be three points that will become clear. First of all, in transportation, we are always part of a system. I want to 
refer you to the 1955 message that President Eisenhower made to Con-gress in which he said, "Our unity as a nation is sustained by free 
communication of thought and by easy transportation of people and g:oods. Together, the uniting forces of our communication and transporta-tion systems are dynamic elements in the very name we bear--United States. Without them, we would be a mere alliance of many separate p_arts." ~fthat were true, then we must think in state, regional, and na-
tional dimensions and avoid those provincial or parochial projects that 
surface without forethought, planning or concern for system wide con-tribution. ' 
The second point I would like to make is that Kentucky has afar gre~ter stake? and I truly believe this, in a healthy, safe, efficient, and 
eqmtable national transportation and distribution network than perhaps 
any other state. Let me provide some evidence on that, and if I seem to be 
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moving into some of the other modes of transportation here, I think it 
will be evident in a little while that river ports, which is my primary focus, are really intermodal transportation centers that really involve 
river, rail, and highway transportation. 
In terms of rail in Kentucky, we have some of the most heavily-
traveled north-south main lines of the CSX, Norfolk-Southern, and Illinois Central rail systems. In terms of our waterways system, we have 
some of the largest chemical plant complex users, for example in the Cal-
vert City area and in Ashland, Kentucky. Coal and grain rely heavily on 
water transportation in Kentucky, and as a very recent example, we have just recruited (and were successful in competing with a site in Indiana) 
the North American Stainless project for Carrollton, Kentucky. One of 
their major insistences was upon the need for barge transportation, as 
they're going to be barging in scrapped stainless steel and manufacturing flat rolled stainless steel. And that is a joint venture between Armco and Acerinox, which is a Spanish corporation. 
Yesterday Jim Wiseman pointed out the impact of our interstate high-
way system on economic development. We have become somewhat of an 
automobile alley here in Kentucky. Prior to Toyota, we had seven auto 
supplier plants in this state. The latest figures indicate we're approach-ing 50 auto supplier plants in Kentucky, most of these serving Toyota 
and the Corvette plant. Having landed UPS in Louisville, and with the 
recent announcement of Delta's expansion in Northern Kentucky, I don't 
think any of us can doubt the importance of air transportation to the 
state and the economy of the state. 
My third point is that I think we need action and I think we need it 
now. I don't think we can realistically wait 5 or 10 years from now, ifwe 
wish to retain a competitive edge in the advantages that our transporta-
tion systems can provide for industrial recruitment, expansion, growth, 
and retention. Perhaps somewhat bluntly laid out, I believe we have the following three choices and none of them are easy. 
First, we can resist where we feel that it's justified, and proceed to in-fluence and change· federal transportation policy, which is certainly no 
small task. Or, second, we can accept the logical conclusion that such a policy will create for Kentucky commerce and economic development, and 
we can begin to implement alternative structures at the state and local government levels. These structures would fill the investment void that is being created by federal abdication of its infrastructure responsibilities. 
The third alternative is the one that we always have and that is the 
"Do Nothing" alternative, or what I refer to as "we can watch it take 
shape on TV." None of these are easy. I think the third alternative is 
clearly the most costly alternative. I think that it is high time in all of our 
transportation modes here in Kentucky, that we take some real hard looks at the national transportation policy and how we fit into it and how 
vital it is for Kentucky. I would maintain that we must develop a 
strategic plan and approach to how we're going to deal with this. 
My remarks now will be focused primarily on the inland waterways industry, but I think we will be able to recognize some parallel patterns in the other modes. First of all, what is our national waterways transpor-
tation system? Where is it located? Let's look at the right-of-way. I think 
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some basic facts are relevant. It's in the eastern half of the country and the bulk ofit is certainly from the Ohio River on down to the Gulf. I'm 
not going to point out every one of those, but basically the main corridors 
are the Mississippi River corridor from Minnesota to the Gulf and the port of New Orleans. The other predominant artery is the Ohio from the Pittsburgh metropolitan area to the Mississippi, and then there are some tributaries and other corridors including the Gulf and Atlantic Intracoas-tal Waterways (IWW). It's important, I believe, that we recognize that the inland waterway system is basically a part of the southeastern United States transportation network. 
Now, let's look at some of the access points because that's really 
where the action is. We have a total of nearly 18,000 terminals in the 
country--17,000 of those are around the Mississippi River system. Illinois 
ranks first in the number of terminals with 252. Kentucky is, at the present, or near present time, second with 175. We flip-flop periodically 
with Pennsylvania on that, but we're always second, third, or fourth in the number of inland waterway terminals in the country. 
Let's focus a little on the navigable inland waterway transportation 
system here in Kentucky. With the Ohio and Mississippi River systems 
as a backbone, we have a little bit of a jurisdictional challenge here in Kentucky. We deal with four U.S. Army Corps of Engineer districts. Basi-
cally there are two Corps of Engineer divisions in that jurisdiction. The Ohio River Division is located in Cincinnati and it, in turn, oversees three districts: the Huntington District, the Louisville District (which deals with the Licking, Kentucky, Salt, and Green River basins), and the Nashville District (which handles the Lower Cumberland, Tennessee, 
and the Upper Cumberland River). We also deal with the Memphis dis-trict, which is part of the Lower Mississippi Valley division. They have that little bit of the Mississippi River system over in Fulton, Hickman, 
and Carlisle counties in western Kentucky. Kentucky's mainstems basi-
cally flow west and south. Interestingly, our tributaries tend to flow west 
and north. The Green, Salt, Kentucky, Licking, Big Sandy, and so on, 
really funnel north into the Ohio. The Ohio flows west into the Mississip-pi and then on down to the Gulf. 
Let's focus in now on the navigable inland waterway transportation 
systems. Our inland waterway system in Kentucky does have a large 
number oflocks and dams associated with it. What this means is that there are some fairly significant development, as well as O&M costs, as-
sociated with maintaining that system. Again, the Ohio and Mississippi 
rivers a~e t~e backbone and the Tennessee, Cumberland, Green, Ken-tucky, L1ckmg, and Big Sandy rivers are those navigable tributaries 
w~ere there is freight traffic. In terms of expanding this picture, let me pomt out that being in the juncture of the river systems that we are in K~ntucky, yve interface with Pittsburgh on the Ohio, and with St. Louis, Mmneapohs, and St. Paul on the Upper Mississippi. We interface with New Orleans on the Lower Mississippi, and then with Mobile on the Gulf and the Tennessee-Tombigbee Waterway. 
. Let me show you a little bit about our public river port system here 
m Kentucky,_ the part that has been financed partially with state grant 
and loan assistance. We have nine public port authorities in the state, 
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and three of them are not operational ports at the present time. They are in eastern Kentucky, Maysville, and northern Kentucky. We do have operational ports in Louisville at the Jefferson River Port, Owensboro, Henderson, Paducah, Lyon County on Lake Barkley, and Hickman in Ful-ton County. Fifty-seven of our 120 counties have at least one industrial user, coal mine or grain producer that directly does business with one of our six public ports. We also have in our Economic Development Cabinet the Kentucky Enterprise Program administered by Sara Bell. Our ports and enterprise zones are contiguous in many cases, as in Owensboro, Paducah, Hickman, and Louisville. 
What has been the economic impact of our public port system, in terms of companies with jobs provided? The industrial tenants on port properties are a little over 50 at this time. Basically, we're looking at 50 or so industries that are currently located on port property. In addition, we'll have anywhere from 175 to 200 industrial plants around the state that utilize the ports' facilities and services. They may not be located right there on port property, but they will do business with a port. They will use its warehouse, they will rail or truck goods to the port and then put it out on the waterways. We also serve about 2,600 agricultural users, including 15 large agricultural firms, 28 to 30 mining companies, and as I said, we're basically serving about half of the state directly. 
In 1972 to 1988 (realistically most of that took place from '72-'80), the state put approximately $20 million of state investment into its public ports. We leveraged about $5 million in federal funds and another $11 million oflocal funds for a total investment of about $35 million. Direct jobs created were close to 1,000, and that gets to be around $20,000/job created, which is a little bit high. It also means we generated $1.83 in total investment per dollar of state investment. This was the period when the ports were actually constructed and first got off the ground. 
In the last biennium we put another $3. 7 million into our port sys-tem. We leveraged about $1.1 million in federal funds (not an awful lot) but we leveraged $26.5 million in local funds for a total investment of $31 million. We created another 500 (roughly) direct jobs and we had a greater return in that we were spending about $7,200 per job created, and we were leveraging about $8.5 for every state dollar put into it. I don't think that necessarily means we were administering the program so much better. I think what-it means is we are definitely reaping some of the advantages of the investment that was made back during the late '70s. What can we conclude so far? I think we need to recognize that we are obviously part of a national system and while we occupy an extremely favorable position within the nucleus of that system, we really need to channel our energies to the continued health and marketing of the entire national waterways and transportation network if we're to survive and prosper. We have a vested interest in what happens to our highways, aviation systems, waterways, and railroads after they leave Kentucky. We could have the finest intermodal transportation network in the na-tion, but if the national system should fall into disrepair, we'll feel the impact directly and quickly. We must remain informed, pro-active, and in-volved in the development and implementation of national transportation policy. Kentucky's continuing ability to market itself as being in a 
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strategic geographic location within one day's drive of 70 percent of the 
national population, will explicitly depend upon the competitive condition 
of the national transportation infrastructure. If that infrastructure 
should fall into disrepair, Kentucky, I believe, will suffer to a much greater degree than will other states. 
Our strategic targeting of basic industries in the chemical, steel, 
auto, food processing, tourism, and other areas will be severely weakened if our transportation assets experience a decline of value and usefulness. Let's face it, getting raw materials and finished goods from Kentucky fac-tories to our borders is vital, but getting them the rest of the way is 
equally important. 
One thing I'd like to mention as a separate point here. We have a 
vested interest in the Ohio River system and its lock and dam improve-
ments. Kentucky ships about 100 million tons of its traffic on the Ohio River system. West Virginia is second with about 65 million. So we basi-
cally ship half again as much as our nearest competitor on the Ohio River 
system, therefore, it is crucial to our economic growth. 
Our national transportation policy and our outlook on infrastructure has changed over time from 200 years ago, ifl can go back that far, to 20 
or 30 years ago, and then to the present. About 200 years ago Adam Smith said (and I think this is worthy ofreminding ourselves), "The third 
and last duty of the sovereign or commonwealth is that of erecting and 
maintaining those public institutions and those public works which 
though they may be in the highest degree advantageous to a great 
society, are however of such a nature, that the profit could never repay 
the expense to any individual or small number of individuals, and which it therefore cannot be expected that any individual or small number of in-dividuals should erect or maintain. The works and institutions of this kind are chiefly those for facilitating the commerce bf the society, and those for promoting the instruction of the people." I am quoting here from the Fragile Foundations Report on America's Public Works. It states "a 
recogniticn of this link between infrastructure and the economy prompted Jefferson to support internal improvements in a young and 
rapidly growing nation." 
Let's go forward to 1960. At that time, we were reporting about $14 of public works capital spending into our infrastructure for every $100 of private capital spending. We've now undergone a steady decline through 1985 to about $6 or $7 per $100. Recently at the National Waterways Conference in New Orleans, Ken Mead, who is Director of Transportation Issues for the U.S. General Accounting Office, provided us with the final prognosis on waterways infrastructure investment. He said, "For those 
who may be tempted to see an increased federal share as the simplest 
solution t~ the problem of financing waterway improvements, I'm afraid I 
can offer httle encouragement. There is good reason, in fact, to question 
whether the federal government can continue for much longer to 
shoulder even half the cost of new projects. Preoccupation with the Trust Fund and the leveling off of user contributions to the fund may lead us to focus too little attention on the problems of the General Revenue Fund 
and the growing pressures and constraints on the federal budget. The 
same budget factors that constrain the federal government's ability to 
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fund new waterway improvements will almost certainly affect its ability to continue to pay 100 percent of the cost of the operation and main-tenance of inland waterways. It is probably just a matter of time before users will be called on to pay part of the cost ofO & M." This is the cost of maintaining or planning for capital improvements. "Federal fiscal con-straints, combined with changing transportation patterns and economic conditions may dictate that some portions of the current waterway sys-tem be abandoned or become the responsibility of other levels of government. Without attempting to identify candidates for such treat-ment, I suggest that we may need to give some consideration to what we want to do about waterways that are not of truly national economic sig-nificance and cannot really justify the expenditure of scarce federal resources." This basically shows again that local governments have had to increase their percentage of the cost of transportation infrastructure. Let's take a look at the actual waterways system. The Mississippi car-ries about 300 million tons of traffic annually. The Ohio carries about 200 million. The Gulflntracoastal Waterway carries about 100 million. Ton-nage just gives us one indicator. Let's look at annual tons per mile. This gives us a little better look at the entire system in terms of what it actual-ly generates per mile of waterway that needs to be operated and maintained. The Ohio and Mississippi still fare quite well. I believe very much that you're going to find this kind of analysis dictating the type of decisions that will be made relative to what happens to the inland water-way system. I think the ones at the top are going to be fairly safe; the ones at the bottom (Alabama, Atlantic lntracostal Waterways, Kentucky and so on) quite frankly are in very, very serious trouble. There is going to be a battle over the ones in the middle. The Lower Mississippi, Middle Mississippi and the Ohio are comparatively cost effective to operate and maintain. In terms of O & M cost per ton mile, in 1988 it was about 0.17 cents per ton mile on the system. 
Basically, there were four rivers (the Lower Mississippi, the Middle Mississippi, Ohio, and Gulflntracostal Waterways) that bettered that and one way of looking at this realistically is to say that they carry the rest of the system. There are some problems with making quite that flat of a statement in terms of the way the tributaries contribute to the over-all arteries, but nevertheless that's the way it seems to be looked at now. What are our challenges in terms of continuing to promote and 
market our inland waterway system? One of the things we do and will continue to do is to deal directly with industries and attempt to recruit them to Kentucky. In Europe, waterways are very strong. They are a very significant part of their transportation infrastructure and we found that they want to know what we, in the United States, are doing in this area. 
I'd like to suggest that we have a multi-fold agenda ahead ofus. I think we need to remain active, very pro-active, not just in Kentucky, but in terms oflooking at our national transportation policy. I think we cer-tainly need to recognize that if our national transportation infrastructure fails, we're probably going to get hit harder than anyone else. I hate to think of what we would use to continue to market Kentucky ifwe should 
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really suffer the loss or a substantial decline in the kind of transportation 
services we offer. 
With that as a conclusion, I would like to suggest that we all have a 
tremendous job ahead ofus, and continued dialogue and the kind of com-
munication we have at a forum such as this is a big start in that direction. 
Thank you. 
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